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" In the second paragraph under the heading Torque of Graphite 
Seals," page 12, the values for efficiency loss and net efficiency are 
" in error. The paragraph should read: For the peak-efficiency con-
dition at a blade angle of 400 , the rotational drag when charged to 
the propeller resulted in an additional 0.8 percent decrease in 
efficiency, or a net efficiency of 0 .899 . The losses from this source 
are about three- fourths of those entailed by the introduction of tip 
nozzles and internal air flOW." 
Ie regard to the discussion of the torque of graphite seals, the 
manufacturer advises that much smaller values of friction horsepower 
have been obtained by employing graphite seals sliding in chromium-
plated steel parts. The materials furnished for the NACA tests, however, 
were graphite seals sliding in duralumin parts, which combination showed 
considerable wear as a result of less than 55 hours of running time. 
For the above reasons , the last paragraph of the Summary, page 1, 
and Conclusion 6, page 13, are invalid and should be deleted. 
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SUMMARY 
Results are presented of the effects on propeller efficiency of 
thermal de-icing of a.irplane propellers by use of internal flow through 
hollow blades. Wind-tunnel tests were made of a propeller with blades 
embodying tip orifices. Provision W8S made for heating the internal 
flow to about 2850 F. 
The flow through the tip nozzles of good external design but with 
poor internal ducting caused peak efficiency losses of little more than 
1 percent. When heat was added no additional change of efficiency was 
found. ComputatIon of the efficiency losses by a theoretical method 
resulted in a fair check with the values experimentally obtained. 
Bench tests employing smoke indicated that the internal ducting 
of the blade should be fa ired to the tip nozzle. A minor addition to 
the internal ducting leading to the nozzle improved the flow considerably. 
The tor~ue of the spinner-juncture seals necessary to this des ign 
was excessive, and large efficiency losses resulted when this tor~ue 
was char~ed to the propeller. 
INTRODUCTION 
Consideration of the propeller-blade icing problem ever a period 
of many years has indicated several possible solutions. One of the most 
uromising solutions, and the one herein described, employs the passage 
of heated air through hollow blades, the flow emitting from a nozzle 
near the blade tip. In the application of the system to flight conditions, 
it is intended that the flow of air shall be continuous, that heat should 
be applied only during actual icing conditions. Numerous flight tests, 
as well as several wind-tunnel investi~tions, have demonstrated that 
this method is both structurally and aerodynamicall.-i' feasible. In one 
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case, however, rather large discrepancies existed between the aero~vnamic 
loss entailed by the use of such a system as evaluated in wind-tunnel 
and flight teats of similar blades. 
A method of evaluation of efficiency losses occasioned by the 
presence of the tip nozzle has been presented in references 1 and 2, 
and the results of wind-tunnel tests of blades employing tip nozzles 
have been evaluated by means of this method. Uhfort unat ely, the nozzles 
tested proved unnecessarily large and were of aerodynamically poor 
design. A satisfactory blade-tip-nozzle design, that is, ane which has 
the least d.etr:1mental effect on section drag and. lift, has since been 
developed. 
The present investi~tian was made to determine conclusively the 
actual losses, as well as the accuracy of the analytical method, in 
conjuncti on with tip nozzles of the best size and shape. Heat was added 
to the internal flow to simulate operating conditions as nearly as possible, 
and all necessary ductin~ for the internal flow was constructed in a 
manner typical of a contemporary installation. 
APPARATUS 
Dynamomet er.- The NACA 2000-horsepower pr opeller dynamomet er of t he 
Langley l6 -foot hi gh- speed t unnel, t he essent ial details of which are 
descr ibed in r ef er ence 3, was used for t hese t ests. Some modifications 
of spi nner fairing lines were necessary , however , s ince the spinner used 
was 2 i nches smaller in diamet er than the standard spinner described in 
ref er enc e 3 . Hinor additional alterations wer e necessary to provide f or 
the i nducti on, mea surement, and heat ing of the internal air (figs. 1 and 2 ). 
Internal-flow system.- A protuberance on the existing fixed fairing 
covered all the metering and heatinR units except the venturi entrance, 
at which point air ws induced for the internal flow. Because the 
internal-flo'W inlet opening was located in the propeller slipstream, the 
total pressure 'Was sub.1ect to chanRe with chanm.n,g propeller operatinR 
conditions, and both total-pressure and static-pressure measurements in 
the venturi were required for each measurement of mass flow. 
The throttle in the after end of the venturi ws installed to find 
the effect of variation of mass flow on the propeller aerod;ynrunic 
characteristics. As is explained subsequently herein, certain factors 
limited the use or the throttle in obtaining desiRll values of mass flow. 
An electric heater was installed dO'Wl1stream from the venturi in 
the duct system. A rheostat in the field of a motor Renerator set 
permitted accurate control of the voltage across the heater terminals 
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and, therefore, allowed output temperatures to be controlled readil." 
4-nlo Within ... ~. For the mass flows investip;ated, thA heater was capable of 
o 
supplying air at 500 F. A thermocouple mea.sured air temperatures from 
the heater. The induction system from. the venturi to the annular manifold 
was attached to a floating component of the d,vnamometer. All forces 
r esult ing f r om t he induct~on of the de -icing air . wer e , t her ef or e, auto-
mat ically included in the measurement of propeller thrust. The external 
drag values of the induction system were r educed as much a s practicable 
by enclosing all but the venturi entrance within a fixed fairing. Leakage 
around the vent uri entrance was r educed by a rubber seal. 
The annular manifold rAceived th~ de-icing air dl1cted from the 
venturi and heater. Larl2:e holes on the inner face of this manifold 
allowed the air to pass across the narrow ga.p to the rotating spinner 
bulkhead. The bulkhead was cut out behind each blade shank to provide an 
air passage to the blade-shank ducts. The path of the air from these 
ducts was throwm shank holes to the blade itself and thence to the tip 
exit nozzle. Between the shank and the tip exit nozzle the flow was 
confined to the leading-edge half of the blade b~ a partition within the 
blade. 
Segmented graphite seals were provided to reduce leakage to an 
allowable m1n1mn~ at the blade shanks and at the spinner periphery, the 
two points in the internal system where there was relative motion 
between parts. 
Blades.- A two-blade propeller with blades of modified Curtiss 
design No. 528 was employed in the tests.. The blades, as received, were 
furnished with a spanwise Fiberp;las partition riveted to the inner faces 
of the upper and lower surfac~s but no tip orifices had been cut. 
Following the no-:flow (no-tip-nozzle) tests, the tip nozzles were cut 
and the tests were continued with internal flow. 
Visual exam1nation indicated slight distortion of the blade sections 
at the points at which the partition was riveted. Since, however, the 
tests are for camparitive purposes only, the effects of such distortion 
may be considered the same for each of the configurations tested. Absolute 
values of the aerodynamic characteristics ma:v be somevmat in error if the 
uncut blades are considered to be representative Curtiss 528 blades. 
Standard Curtiss 528 blades embody NACA 16-series sections throURhout, 
and the blade-form. curves are presented in fil7,Ure 3· 
Two roughly elliptical holes, each of area 0.409 square inch, had 
been cut in each blade shank at locations considered to be least detrimental 
structurally. These holes were larger than neceS8ar~ and permitted more 
internal mass flow than specified by the design conditions. 
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In the base of each blade shank, a rubber compound had been poured 
to seal the shank at the end of the partition. Internal flow was thus 
prevented from entering any part of the blade except that between the 
partition and the leading ed~. 
Tip orifice.- Several series of tests have been undertaken to 
improve the design of the blade-tip nozzle. In these unpublished tests, 
half-scale models of the tip of the propeller blade with two tip nozzles 
were mounted in a small wind tunnel. Lift and drag changes resulting 
fram the addition of the nozzles were recorded at varying angles of attack. 
The nozzle used in the present thermal de-icing tests was similar to the 
better of the two nozzles used, except that in the present case no fairing 
was used between the radial partition and the orifice. The radial 
partition located at the 50-percent-chord station of the blade sections 
ended within 3.48 inches of the tip; thus the internal de-icing flow 
1s permitted to turn from a spanwise to a chordwise direction to emit 
from the tip orifice (figs. 4 and 5). The orifice with its geometric 
center located 2.11 inches from the tip of the blade had a projected 
area normal to the chord of 0.3904 square inch on one blade and 0.3926 square 
inch on the other, making a total area of 0.00544 square foot. Unlike the 
orifices employed in the previous wind-tunnel investigation (reference 1), 
there was no deformation of the blade upper surface; the orifice consisted 
merely of a smooth hole cut in the upper surface near the blade tip_ 
'rEm'S 
Scope.- The propeller was investigated in two different blade 
configurations, first as received and then as a propeller with open tip 
nozzles and with internal air flow both heated and cold. In both configu-
rations the propeller was tested over a range of blade angle and a com-
bination of forward speeds and rotational speeds which simulated opera-
tion of the propeller in appropriate flight applications. At the two 
highest blade angles tested, power requirements necessitated that the 
rotational speeds be somewhat lower than desired. 
The blade angles tested covered the range at the 42-inch radius 
from 200 to 550 in 50 increments. The electric hub fIDTIished was 
employed to cha~ge and lock the blade angles. The initial blade settings 
for the uncut blades resulted in some slippage because of the tendency 
of the blades to return to low pitch. It is certain that the slippage 
occurred immediately at the start of the run and that the blade angles 
remained constant at those values marked in figures 6 to 8, which in each 
case are the angles measured at the completion of the run. Improved 
technique resulted in no blade-angle sltppage for the tests with 
internal flow. Tests of cold and heated internal flow at each blade 
angle were made consecutively, thus insuring identical blade-angle 
settings. 
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Mass flow.- It was not feasible to obtain the desired values of 
design mass flow. The mass flow could have been corrected by operation 
5 
of the venturi throttle in an almost closed position; however, under the 
resulting conditions the differential pressure across the spinner-periphery 
seal would have exceeded 15 inches of water. This pressure differential 
was selected as a reasonable value to which the pressure should be 
limited in order to enable the completion of the test program without 
failure of, or excessive wear on, the graphite seals. A throttle opening 
greater than desired was selected, therefore, which permitted somewhat 
greater than design mass flows. 
~.- The quantity of heat leaving the electric heater was controlled 
by the regulation of the temperature output within !2~0 of 285° F as 
indicated by the heater exit thermocouple. A temperature drop of 350 
between the measuring thermocouple and the blade shanks was estimated. 
The blade shanks could not be operated at temperatures exceeding 250 0 F 
because of the presence therein of a rubber sealing compound susceptible 
to failure at elevated temperatures under the action of centrifugal force. 
No satisfactory substitute for the compound was immediately available. 
Bench tests.- A few bench tests were carried out following the wind-
tunnel tests . The blade tip, including the nozzle, was surrounded with a 
low-pressure chamber; and, by suitable instrumentation of the pressure 
chamber, blade tip nozzle, and venturi, the pressure drop through the 
system and the denSity of air at the nozzle were determined. Although 
the blade tip was fixed in the low-pressure chamber, the effect of a 
blade-angle change on the internal air flow at the blade shanks could be 
obtained by rotation of the hub around the blade shanks as its axis. In 
additional tests, amoke was blown t hrough the blade in order to determine 
the nature of the flow at the tip nozzle. 
REDUCTION OF DATA 
Symbols.- The test r esults, corrected for tunnel-wall interference, 
are presented in the form of the usual thrust and power coeffici ents and 
propeller efficiency. The symbols and defini t ions used are as follows: 
AV cross-sectional area of metering venturi (0.0096 sq ft) 
AN geometric total tip -nozzle area (0.00544 sq ft) 
~' effective total tip -nozzle area, squar e feet 
b blade chord, feet 
c1 section design lift coefficient 
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~ nozzle drag coefficient 
Cp power coefficient (p/pn3n5) 
CT thrust coefficient (T/pn2n4) 
n propeller diameter (10.19 ft) 
g acceleration due to gravity (32.! ft/sec2) 
h blade section maximum thickness, feet 
J advance ratio (V /riD) 
M Mach number 
~ helical tip Mach number 
m mass-flow rate of de-icing air, sluga per second 
mc coefficient of mass flow of de-icing air (m/pViD) 
n 
N 
p 
propeller rotational speed, revolutions per second 
propeller rotational speed, revolutions per minute 
power absorbed by propeller, foot-pounds per second 
total pressure lOBS across internal flaw system, pounds per 
square foot 
static pressure in metering venturi, pounds per square foot 
pressure difference in metering venturi, pounds per square foot 
(6pf -~ 
dynamic pressure at nozzle, pounds per square foot 
R universal gas constant (53.34 ft-1b/1b or for air) 
T propeller thrust, pounds 
~ venturi stagnation air temperature, or absolute 
V free-stream airspeed, feet per second 
VN velocity of air leaving nozzle, feet per second 
x fraction of propeller tip radius 
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~ blade angle, degrees 
€ nozzle effectiveness; cosine of total included angle between path 
of flow from nozzle and helical path of nozzle 
n propeller efficiency (~ 
1 ratio of specific heats for air (1.40) 
P mass density of air in free stream, slugs per cubic foot 
~ mass density of internal flow at nozzle, slugs per cubic foot 
Reductlan of force data..- The reduction of force data was accomplished 
as described in detail in reference 1. A few pertinent points are 
reHerated here for clarity. 
The values of thrust coefficient presented are based on corrected 
values of shaft tension caused by the propeller forces only. Corrections 
to data have been applied to cancel the effects of spinner forces and the 
drag forces on the venturi entrance extending into the air stream. 
Glauert's correction for wind-tunnel ~~ll interference has been applied 
to the velocity measurements; all velocity data presented are for 
equivalent free-stream airspeed. 
Reduction of mass-flow data.- Because of the location of the 
metering venturi behind the propeller disk, it 'Was necessary to mea.sure 
static and total venturi tl1.roa.t pressures as well as temperature. The 
form of the compressible-flow equation used to compute mass flows weB 
m-A ~ Pv 
- V ~ (y - 1) gR [tV 
A coefficient of mass flow defined in reference 2 to be consistent 
with other propeller coefficients is given as follows: 
m = c 
m 
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RESULTS 
Force Data 
General aerodynamic characteristics.- Conventional propeller 
characteristics of the uncut blades (fig. 6) indicated normal results 
and normal efficiencies for a propeller with blades having such a plan 
form, thickness, and. blade section. For the relatively low Mach numbers 
at which the tests were run, there appeared to be no serious effect 
frem the deformation of the blade sectione at the internal-partition 
attachment points. Figures 7 and 8 present characteristics of the blades 
'With cold and 'With heated internal flow, respectively. Several repeat 
tests at the higher blade angles indicated an ability to repeat data 
'Within 1 percent. Repeat tests of doubtful data at very low and very 
high blade angles were precluded, however, because of failure of the 
r i vets supporting the blade partition. 
It will be noted that the smooth efficiency curves in figure 9 
are t he envelopes of the lower blade-angle efficiency curves in 
f'lgure8 6( c), 7( c), and 8( c) but are not tangent to the 550 blade-angle 
curves. The l~ percent better efficiency at this blade angle may be 
attributed in part to th~ lower rotational speed value of 960 rpm. This 
rota t i onal speed resulted in a tip Mach number of only 0.61 at J = 2.9 
compared with values of Mt of 0.715 at 1140 rpm and r oughly 0.865 
a t 1350 rpm. (See f:i g. 10.) 
Effect of ~ernal flgw.- The difference between the efficiency of a 
propeller with uncut blades and the same one with tip orifices and internal 
flow represents the net loss in efficiency caused by these modifications. 
Internal flow is specified because it is intended that the propeller will 
always be operated with internal flow. The propeller envelope curves 
(fig. 9) show losses up to 1 percent for the blades 'With cold internal 
f l ow, except at very low values of J, Where a crossover of the envelope 
curves occurs. 
Effects of heat.- The effects on propeller efficiency of adding 
heat to the internal flow for temperatures of the order of 3500 F at 
Which thermal anti-icing systems operate can be shown to be .negligible 
by computation using the methods of reference 2. This method of compu-
tation neglects any effects of heat transfer on the external flow, but 
such effects would be expected to be very small at the low heating rates 
involved. Although the temperature used in the present tests (250 0 F) 
was somewhat loWer than would be antiCipated in practice, the lack of 
any measurable effects of heating is in agreement with expectations. 
Differences in efficiency, as small as those indicated in figure 9, 
between cold and heated flow are les8 than the limit of accuracy of 
these tests. 
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E££ect o£ internal flow for one blade angle.- Small and inconclusive 
differences may be noted in fi~e 11 for values of J other than for 
peak efficiency. Apparently, within the accuracy of the tests, 1 percent 
may be considered the average percentage by which the addition of this 
particular tip nozzle with internal flow will affect the efficiency of 
the Curtiss 528 blade. Since the mass flow was somewhat larger than the 
design value, the characteristics would be expected to vary according to 
the e£ficiency of the tip nozzle. 
Internal Flow 
General flow characterist1cs.- Jt was believed that the use of a 
tip-nozzle a~ea. measured in a plane perpendicular to the chord of a 
blade section at the nozzle would be incorrect in any analysis of the 
present unrevised-nozzle. In conjunction with bench-test studies of 
the internal flow, therefore ( smoke studies were made o£ the £low from 
the blade tip. Figures 12(a) and 12(b) illustrate the poor £low 
obtained. It may be seen in figure 12( a) that the flo ..... emerged from 
the nozzle in a direction other than optimum, which should coincide 
with the extended chord of a olade section at the nozzle. The angularity 
of the flow to the chord line was determined to be 310 , which measurement 
indicated that the nozzle area was very nearly that determined by a plane 
intersecting the blade and passing through the upper surface lip of the 
nozzle perpendicular to the lower surface of the blade. In addition to 
this angul8rity which affects the value of Ari I, part of the flow 
turns upward at an angle averaging apprOximately 300 (flg. 12( b) ) • 
The cosine of the total angle between an ideal chordwise flow at the 
tip nozzle and the average actual flow has been taken as the nozzle 
effectiveness € as defined in reference 2. 
The nearly perfect flow conditions indicated in figure 6, page 78, 
of reference 4 have been sacrificed by a combination o£ construction 
details. Undoubtedly the flow at the tip nozzle could be improved by 
ducting the flow directly to the tip nozzle. In order to demonstrate 
the latter point with the present nozzle, internal ducting was added as 
shown in figure 13. 
The photographs of flow conditions obtained with the internal 
fairing lines showed essentially chordwise flow at blade B~ctlons 
through the nozzle (fig. 14(a)) with very little turning upward of the 
flaw (fig. 14(b)). Most of the improvement in flow resulted from. the 
fairing between the blade partition and the nozzle rather than the 
£airing between the bond line and the nozzle. 
Evidently very little improvement in the tip-nozzle flow may be 
obtained by making the upper-surface nozzle lip parallel to the blade 
axis or by removing the bulbous section of the lower surface after the 
nozzle (section A-A, fig. 5). 
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Conrputation of combined losses.- Through the use of a mass-flow 
coefficient ~, computation of the combined losses susta i ned by t he 
system 'With nozzle and internal flow may be me.de. The actual values of 
Illc have been faired in figures l5(a) and l5(b). The mass-flow 
coef ficient was reduced when heat was added. 
The Bame t rend that was indicated in reference 1 for the mass-flow 
coefficient to increase with increase in propeller-advance ratio is 
apparent. In contrast to the previoue tests, however, there was very 
little chanRe in mass-flow coefficient with rotational speed. Another 
point to be noted was that for a given rotational spee~ a faired curve 
tangent to the curves of Illc against J for each bla6.e angle could 
not be fitted by the theoretical hyperbola having constant values of 
I:5pf/~ and Prl/p as in reference 1. Values of I:5pf/~ and r eciprocal 
values of PN/ P obt ained from an analys i s of t he mass -f l ow mea surements 
are given i n t abl e I. 
Values of I:5pf/~ and r eCiprocal values of ~/p obtained in bench 
tests are also presented in table I. The latter values r epresent t wic e 
a s much f l ow t hrough a single blade for a given mas s flow as would 
normal l y be exper ienced s ince only one blade was used i n the bench tests . 
The setup was not f l exible enough to permi t a range of mass -flow mea sure-
ments , but a r ough check indicated t hat t he greater part of the pressure 
drop occurred within the blade proper. 
The blade angle in these bench teats could be changed by rotating 
the hub around the shanks as an axis. The effect of a blade-angle chan~ 
was to alter by a slight amOlmt the internal-flow path to the Bha.n.k holes. 
No variation of b.Pf/qN far different blade angles could be found. The 
variation of I:5pf/~ and ~/p with blade. angle for a constant rotational 
speed, as well as the amall change in mass-flow coefficient with rotational 
speed, weB therefore belieygd to be caused by leakage in the system that 
f!ftve rise to errors in ma.ss-flaw measurement. The method employed in 
reference 2 - that of inducting the air d1rect~y at the propeller hub and 
passin~ it throupll the hub to the blades - allowed no lealmge. The present 
arran~ement, however, with graphite seals placed between fixed and rotating 
parts rmy allow considerable leaka.ge, especially at the velocities 
encountered in the tunnel throat at the higher blade angles. 
The consideration of the pressure field about the spinner and the 
probability that the internal pressure at the graphite seals is elevated 
by centrifugal effects lead to the belief that the leakage is outward. 
When leakage takes place from the spinner to the surrounding atmosphere, 
the actual mass flaw is less than the measured internal mass flow, and 
the IDBasured mass-flaw coefficients are therefore too high. Referring to 
equation (26) of reference 2, which is 
' . 
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and noting that PN/p is practically constant (table I) indicates that 
l:spf/% would be greatly influenced by errors in the measurement of Il1c. 
Another factor influencing the value of m, and therefore of 
l:spf/% and %/p, is the selection of a value gf Aw' to be used in 
the computations. The value of ~' used was that determined from the 
smoke tests. These tests, however, were performed under static 
conditions, and the actual value of An' may vary, depending on rotaticnal 
speed (centrifugal p1mlPing action) and. the variatlC'1 in the aerodynamic 
auction at the tip nozzle. 
Design mass-flow coefficient.- The correct values of design mass flow 
could not be used in these tests because of the limited throttle closure 
previously mentioned. The correct weight flow has been established for 
a typical flight application for these particular blades to be 0.10 pound 
per second at 700 feet per second rotational tip speed when 3500 F air 
is delivered to the blade shanks at 15,000 feet altitude. The dashed 
lines in figures 15(a) and 15(b) are the values of design mc based on 
the aforementioned figures and on the same nozzle area as was assumed in 
the computation of actual mc. The assumption haa also been made that 
the air flow will vary in direct proportion to the altitude density and 
propeller rotational speed. When these assumptions are adopted, mc 
becomes a constant. Actually mc increases with increasing J. Oiie 
reason for this increase is that ram has been neglected in the computation 
of design mc. Another factor tending to increase mc with increasing 
J is the effective nozzle area. The nozzle area has been assumed 
constant, but there may be a reduction in effective nozzle area at the 
higher velocities. 
For a given rotational speed (1350 rpm), m, as defined, varied 
c 
fram approximately 20 percent to 120 percent greater than the design me. 
This variation depended on the value of J. 
Calculated efficiency 108ses.- The values of b.Pf/qN' ~/p, and 
mc lead to the computation of efficiency losses caused by the tip-nozzle 
drag and internal flow. An expression for the over-all change in 
efficiency has been presented in equation (21) of reference 2 as follows: 
Appropriate values for the quantities ~', €, and ~ have been 
assUDl.ed.. The values of ~' and € were estimated from the smoke-flow 
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tests. The maximum value of ~ was taken as 0.57 (fig. 16). This 
value was determined in previoUB tests (unpublished) of a similar nozzle. 
The values of Ll1 at the max:1:mum efficiency calculated from the 
combined-loss equation and. those values obtained from the curves of force 
data are both presented in table I. The results may be considered in 
fair agreement. It should be kept in mind that individual force data 
may be repeated only to the nearest 1 percent. 
Torque of Graphite Seals 
The graphite seals used to reduce leakage at the spinner juncture 
are inevitably a source of power loss. To determine exactly the 
magnitude of the power losses for this partiCular installation was 
desired. These seals operated on a diameter of 23.562 inches. The 
torque was determined by readings of the torquemeter with the seals in 
and aga1:n with the seals out at 'Which time the propeller ¥/as allowed 
to wind-mill in the tunnel stream. The torque required to overcome the 
seal friction ¥/as found to be 19.4 foot-pounds at all rotational speeds, 
or 5 horsepo'Wer at 1350 rpm. This rotational drag "muld depend on the 
pressure difference across the seal, the diameter of the seal, and the 
amount of effective lubrication. 
For the peak-efficiency condition at a blade angle of 400 , the 
rotational drag ¥lhen charged to the propeller resulted in an additional 
~ percent decrease in efficiency. or a net efficiency of 0.844. By 
c~arison, the losses entailed by the introduction of tip nozzle and 
internal air flow may be considered of small importance. 
CONCLUSIONS 
~he following conclusions 'Were indicated by tests to determine the 
effects an propeller efficiency of thermal de-icing of airplane propellers 
by use of internal flow through hollow blades: 
1. F low through a tip nozzle of good external design but with poor 
internal ductin~ caUBed peak efficiency losses of little more than 
1 percent. 
2. The peak efficiency losses may be estimated with fair accuracy 
by the use of a theoretical method. 
3. The addition of heat to the internal flow caUBed no appreciable 
• 
additional change in the envelope efficiency. 
~--. ~~-~----- - -- ----
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4. Bench tests indicated that changes in blade angle did not effect 
the pressure drop throURh the system. 
5. Bench tests employing smoke indicated that the internal ducting 
of the blade should be faired to the tip nozzle to obtain better flow 
characteristics. 
6. The torque of the Bpinner- jmlCture seals necessary to this 
design was excessive and large efficiency losses resulted when this torque 
~s charged to the propeller. 
Langley Memorial Aeronautical Laboratory 
National Advisory Committee for Aeronautics 
Langley Field, Va., September 'Z7, 1947 
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E a 0.86; If. 1350 rpm] 
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for Cp fen: 6ft 
J uncut uncut ·c ~f/CJN p/Prl Measured Calculated 
blades blades Cold I Heated Cold [lreaTeu -C-oTcf 11eated Cold , Heated Cold Heated 
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2·310 
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2·750 .896 .3386 3·595 3.184 ·301 .625 1.016 1.026 - .016 - .011 - .007 - .008 
----- ----- ------ ----- ----- 0·335 ----- 1.156 ----- ------ ------ ------ ------
-- -_. -
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Figure 1. - Wind -tunnel test arrangement. 
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Figure 7 .- Concluded. 
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Figure 8 .- Propelle r aerodynamic characteristics with heated internal flow . 
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Figure 8 . - Continued. 
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Figure 8 .- Concluded . 
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(a) Top view. 
Figure 12 . - Flow from blade tip nozzle. 
NATIONAL ADVISORY CO ..... ITTEE FOR AERONAUTICS 
LANGLtV MEMORIAL A(ROHAUTtCAl LABORATORY - LANGlry FIFI n VA. 
~ 
o 
~ 
f-j 
z 
z 
o 
. 
~ 
CJ1 
~ 
o 
w 
CJ1 
. 

1- -
(b) End view. 
Figure 12.- Concluded. 
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(a) Top view. 
Figure 14. - Flow fro m revised blade-tip nozzle. 
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(b) End view. 
Figure 14. - Concluded. 
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Figure 15.-Effect of blade angle on mass- flow coefficient. 
8 
~ 
0-
::t> 
~ 
Z 
o 
~ 
01 
~ 
o 
~ 
01 
I I I I I I ti I I I I I I 4.0 I I I I I I ~ ~ i L. = , 
,JV 'v X iJ~ -> J. .1 1 J. 38 , : I p N L ' 
~~ V V 3.6 1 1 1 1 25 1350 . L / 
I 30 1350 1/ /1/ 3.4 1 I I I 35 1350 L~ 
40 1350 I#V 3.2 I I I I 45 1350 Lf""' / 
50 960 V V 30 I I I I 55 960 d L , 
E
U
28 ~V -' -' " 
I i2.6 4 po ~ ~ j 1 ~ j o ~~ ~2.4 1 /~V 1 ' 1 1 1 J 
8 55° ~~dJ 1 1 1 i f 1 1 1 1 1 1 
,,22 pv ---~ ~V 1 1 1 1 ~ ~ 4po ~ L~ 
, 2.0 .:JP~k:::::::=r:--? i ~ 3C~ ....-V I I I I I I I I I I I I 1.8 c.O r 
:: l~~Sr 1~ -~ ---£ ---t ---~ -- -I- --t ---t -- -I- --j- --j- --J ---~ --j---t u + --t ---
. O. . . . LO I. 1.4 1.6 1.8 2.0 2.2 2.4 .6 2.8 3.0 3.2 3.4 3.6 3.8 
(b) Heated flow . 
Advance ratio, J ~ 
Figure 15 .- Concl uded . 
~ 
~ 
()) 
~ 
o 
~ 
t-3 
Z 
Z 
o 
t-> 
CJ1 
~ 
o 
Z 
Q 
01. 
--
.. 
ij 
·0 
.-
'to-
~ 
li.8 
o 
u 
0-
o 
.sA 
ell 
N 
N 
o Z~6 
-4 
/ ..... -~ 
./ 
L---" /" 
-2 o 2 
CX:, deg 
------
---
:---
4 6 
~
Figure 16.-Variation of nozzle drag coefficient with angle of attack. 
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